Abstract: Mass hauling operations play central roles in construction projects. They typically use many haulers that consume large amounts of energy and emit significant quantities of CO 2 . However, practical methods for estimating the energy consumption and CO 2 emissions of such operations during the project planning stage are scarce, while most of the previous methods focus on construction stage or after the construction stages which limited the practical adoption of reduction strategy in the early planning phase. This paper presents a detailed model for estimating the energy consumption and CO 2 emissions of mass haulers that integrates the mass hauling plan with a set of predictive equations. The mass hauling plan is generated using a planning program such as DynaRoad in conjunction with data on the productivity of selected haulers and the amount of material to be hauled during cutting, filling, borrowing, and disposal operations. This plan is then used as input for estimating the energy consumption and CO 2 emissions of the selected hauling fleet. The proposed model will help planners to assess the energy and environmental performance of mass hauling plans, and to select hauler and fleet configurations that will minimize these quantities. The model was applied in a case study, demonstrating that it can reliably predict energy consumption, CO 2 emissions, and hauler productivity as functions of the hauling distance for individual haulers and entire hauling fleets.
Introduction
Road and highway construction are major undertakings that involve large-scale mass hauling operations. Haulers are designed to transport excavated material from cutting areas to filling areas or disposal areas during mass hauling operations. In the course of this work, they consume very large amounts of diesel fuel and emit large quantities of CO 2 [1] . Previous research on hauling operations has largely focused on cost sensitivity analysis and reducing the execution costs of mass hauling operations (i.e., maximizing "productivity per unit cost"). There has thus been relatively little work on haulers' energy consumption and CO 2 emissions, despite their potentially significant impact on the local environment and global climate [2] . Zeng et al. [3] have shown that actors and decision-makers working with energy management systems have come under pressure to address a wide range of issues including energy consumption and the mitigation of greenhouse gas (GHG) emissions. These authors also identified several regional and global environmental issues that are affected by energy activities.
Over the last ten years, advances in construction technology and practices have significantly reduced the amounts of energy used and emissions generated by construction machinery and equipment [4] [5] [6] . This is largely due to the introduction of new regulations, for instance, the ones from United States Environmental Protection Agency (EPA) that limited the permissible emissions
Literature Review
The energy consumption and emissions of mass hauling operations have been studied in some detail. However, much of this work has focused on building construction rather than road construction, even though both types of projects involve extensive earthwork activities and operations that account for a large proportion of the total energy consumption and CO 2 emissions. The Swedish Transport Administration is working towards more energy efficient and environmental friendly infrastructure projects. Among others, the selections of construction materials and methods in the planning phase are regarded as an important aspect that may significantly influence the energy consumption and CO 2 emissions in the life cycle of infrastructure project [19] . However, most current methods focus on the construction phase or after construction phase which limits the practical adoption of reduction strategies in the early planning phase [20] . Consequently, there is an urgent need for new methods that can estimate the emissions generated at road construction sites and evaluate the environmental impact of different earthwork activities in the planning phase [21] [22] [23] . A deep knowledge of the environmental effects of construction activities is required to define procedures and criteria for mitigating GHG emissions [24] .
Heavy duty vehicles such as mass haulers must comply with strict emissions standards such as the United States EPA's tier standards, and European emission standards consisting of progressively stringent tiers known under stage I-IV standards, which are regulated in the European standards for non-road diesel engine [25] . Compliance can be achieved by improving construction strategies Energies 2016, 9, 802 3 of 18 for emissions control, reducing idling times, periodically maintaining, replacing, and modifying aged fleets of construction equipment, and developing awareness of fuel consumption and fuel quality [26] . Hajji et al. [27] developed an innovative method for estimating the energy consumption of heavy-duty diesel equipment and the resulting emissions during earthwork operations. They evaluated their model by comparing its estimates to experimental data for excavators operating under different conditions. Ahn et al. [28] introduced a quantitative method for estimating emissions during earthmoving operations based on discrete-event simulations of earthwork configurations that account for the specifications of the construction machinery that is used. This approach was evaluated against a widely-used non-road method for estimating emissions. An alternative method for estimating the emissions of mass haulers is based on the concept of a "steady-state engine", which does not account for ambient conditions or the uncertainties associated with on-site construction [29] . This approach has not yet been evaluated against data from real construction projects. Marshall et al. [30] presented a method for estimating emissions due to commercial building construction that is based on an inventory of individual construction activities. During this work, they identified several factors that significantly affect the fuel consumption and emissions of non-road construction equipment, including the bid conditions, project requirements, the equipment's fuel efficiency, and the legal status of various resources. Arocho et al. [31] estimated fuel consumption and CO 2 emissions from construction machinery and equipment on the basis of the characteristics of the construction project such as its cost and the planned extent of wholly paved areas. This method can only estimate emissions from equipment used on-site, and can only be used to estimate daily or weekly emission levels for various construction activities relevant to road construction. Another emissions estimation model known as URBEMIS (Rimpo and Associates Inc. 2007, Sacramento, CA, USA) has been developed by the South Coast Air Quality Management District (South Coast AQMD 2008, Los Angeles, CA, USA) and the California Environmental Protection Agency. However, this proved incapable of accurately estimating emissions from road construction activities [32] . These models rely on assumed similarities in operating conditions between different construction projects, which introduces errors in estimates of energy consumption and emissions because the unique aspects of individual projects, such as their production rates and job cycles are not accounted for in the estimation [33] . Data on equipment productivity and site conditions have been used in conjunction with design documents for road construction projects to estimate emissions [34] . Guggemos et al. [35] presented a method and a design tool for estimating energy usage and emissions in construction projects known as the Construction Environmental Decision Support Tool, which evaluates the environmental impacts of construction projects on the basis of a life-cycle assessment (LCA). It supports both process-based LCAs, and economic input-output analysis-based LCAs; in both cases, worksheets for the construction equipment being used are required. Ercelebi et al. [36] proposed a linear programing model for efficiently managing the dispatching of hauler fleets in surface mining operations and concluded that it could reduce hauling costs, which account for "50%-60%" of the total operating cost for such operations.
The effects of idling times on fuel consumption during construction operations have been estimated by simulating discrete events and used to evaluate technical plans with respect to efficiency of resource utilization and emissions [37] . Information on the relationship between idling time and hourly fuel consumption can be applied across a fleet of construction machines in various ways, leading to a range of concepts for identifying optimal production cycles that minimize unit costs and emissions [11] . Variation in engine power and activity has been identified as a major source of variation in fuel consumption and emissions [38] . In addition, a "fuel-based emission inventory" method has been presented and used to estimate the effects of construction machines' engine characteristics on fuel consumption and emission rates over specific duty cycles in an extensive study of non-road equipment based on "Fuel-based emission rates" [39] . This method has been evaluated against fuel consumption data for agricultural non-road and off-highway equipment from the U.S. Federal Highway Administration (FHWA) [40] . Finally, Lucas et al. [41] utilized life cycle analysis to estimate the fuel consumption and CO 2 emissions due to infrastructure construction. Hauler speed is another key determinant of fuel consumption. One study concluded that haulers should be limited to 55 miles per hour (mph) under all road conditions to minimize fuel consumption [42] . This analysis suggested that raising the speed limit by 15% increased fuel consumption to the same extent as increasing the grade of the terrain by 10%. The characteristics of the terrain (including its relief and curves) also strongly affect fuel consumption and trip times for haulers in mining and construction projects [43] . Because topography and the gradient of the road have very significant effects on fuel consumption, many efforts to minimize fuel usage use information about the terrain to be traversed [44] . If a site has many steeply sloped areas, haulers' travel times will not necessarily be minimized by taking the shortest or most direct route between two points [45] . Travel time strongly affects hauling performance in large projects with complex haulage routes that require careful scheduling of hauler time cycles.
Haulers' CO 2 emissions depend strongly on their properties (for example, their payloads), which vary widely. Therefore, a practical method for estimating hauler emissions should have clear definitions of different hauler types because it is impossible to accurately estimate emissions using a "one-size-fits-all policy" [46] . A recent study showed that heavy haulers' fuel consumption is 10% greater than that of comparable passenger vehicles due to the effect of the payload [47] . It has also been argued that the fuel consumption of heavy haulers increases with the load factor [48] . This conclusion was based on a study that used the haulers' load capacity and operational characteristics such as hauler speed and production rate as input parameters to determine the haulers' cycle times. However, the analysis was based exclusively on data for haulers dealing with a single soil type and thus neglected the influence of soil properties such as the soil moisture content and water saturation. In contrast, the model presented herein estimates the hourly fuel consumption of machinery and equipment in an ideal frame based on information supplied by the manufacturer, using an estimated load factor that depends on the swell factor of the excavated material. Therefore, the load factor depends directly on the properties of the material being hauled.
Previous research has focused on estimating the energy usage and emissions of construction equipment during post-project evaluation [31, 38] . In contrast, this paper describes an approach that uses construction planning tools supported by a new algorithm to predict haulers' energy consumption and CO 2 emissions during the planning phase of a project. A detailed model for predicting the energy consumption and CO 2 emissions of haulers during the earthmoving operations of a road construction project is developed, implemented, and evaluated. Predictions are made on the basis of the hauling distance, productivity rate, and cycle time for each hauler, which are based on an optimized hauling schedule.
Model Structure
Haulers are designed to transport excavated material from cutting areas to filling areas or disposal areas during earthwork operations and road construction activities. The types and models of haulers used in a given road construction project will depend on the site conditions. This paper proposes a model for predicting the energy consumption and CO 2 emissions of mass haulers based on information available during the project planning phase, namely a hauler database and a bill of quantities for earthwork operations. The model can account for the existence of multiple loading and dumping areas within the construction project, as well as different facilities and areas relating to earthwork operations such as crushing plants, disposal areas, borrow pits, and so on. In brief, the modeling approach involves first specifying an optimized schedule for the mass hauling operations based on the project data and hauler database (Figure 1) , and then utilizing a new algorithm to estimate the haulers' energy usage and hauler CO 2 emissions by considering the optimized schedule and information from the hauler database. The modeling process can be divided into three stages. 
Collecting Input Data
The first step in the modeling process is to compile the project data, i.e., the bill of quantities for mass hauling operations in the construction project relating to cutting and filling areas, including the locations of borrow pits, disposal areas, crusher plants, and obstacles such as facilities, constructions and intersections of routes used for earthmoving or other purposes. These factors are used to estimate the shortest and longest possible hauling distances for each hauler and load, which are then used to determine an overall optimum hauling distance (Figure 1 ). In addition, the swelling factor (swell) of the excavated material is used to calculate a load factor (Lf) for the hauler (Equation (1)), which is used to compute the actual hauling capacity of each hauler in the second step. 
The first step in the modeling process is to compile the project data, i.e., the bill of quantities for mass hauling operations in the construction project relating to cutting and filling areas, including the locations of borrow pits, disposal areas, crusher plants, and obstacles such as facilities, constructions and intersections of routes used for earthmoving or other purposes. These factors are used to estimate the shortest and longest possible hauling distances for each hauler and load, which are then used to Energies 2016, 9, 802 6 of 18 determine an overall optimum hauling distance ( Figure 1 ). In addition, the swelling factor (swell) of the excavated material is used to calculate a load factor (L f ) for the hauler (Equation (1)), which is used to compute the actual hauling capacity of each hauler in the second step.
where swell = swelling factor (%). In addition, it is necessary to compile the hauler database, which records information on the struck and heaped capacity, maximum speed, load factor, and hourly fuel consumption for each hauler selected for inclusion in the assessment (Figure 1 ). These data are complemented with the estimated actual hauling capacity of each hauler (H cact (LCM/cycle)) (i.e., LCM = Loose Cubic Meters), which is computed from their heaped capacity and the load factor using Equation (2):
where H c = Heaped haul capacity, and L f = Load factor (%).
Generating a Schedule
The second step in the modeling process involves generating an optimum schedule using input data from the first stage. The optimum schedule is a plan designed mainly on the basis of the planners' perspective and experiences, with the aim of maximizing the utilization of each hauler while ensuring that the requisite amounts of material are moved to and from each location. The hauler data are vital in the generation of the optimum plan because the final outputs of this stage are presented in terms of optimal haul distances, productivity [34] , and cycle numbers (Figure 1 ), all of which depend on the hauler data (i.e., capacity, speed, load factor, fuel type, and hourly fuel consumption) [48] . An average hauler speed (S t (km/h)) is defined on the basis of the conditions and surface characteristics of the construction site, the terrain, the routes the haulers will travel, and the path conditions [44] .
Assessing Energy Consumption and CO 2 Emissions
The third stage of the modeling process involves using a new algorithm to assess each hauler's energy consumption and CO 2 emissions (see Figure 2 ), based on previously obtained results and data (i.e., haul distance, productivity rate, number of cycles, actual haul capacity, speed, hourly fuel consumption, conversion factors for energy and emission). To begin with, it is necessary to compute a cycle time (C t (h/cycle)) for each hauler that depends on the actual haul capacity (H cact (LCM/cycle)) and the production rate (P r (LCM/h)), as shown in Equation (3):
where H cact = Actual haul capacity, and P r = Production rate. It is also necessary to calculate the travel time (T t ) for each hauler, i.e., the time required to haul and return, H d (km/cycle); see Equation (4) . This quantity is used to compute the estimated queue time (Q t ) for each hauler in each cycle, which depends on the cycle time and travel time ( Figure 2 ) as well as the loading time (L t ) and dumping time (D t ) which depend on the properties of the hauler and loading server [49] (Equation (5)).
where S t = Hauler speed, and H d = Haul distance.
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The hauler fuel consumption per cycle (F c (L/cycle)) is computed from the hauler's hourly fuel consumption (F h (L/h)), which can be obtained from the hauler database, and the cycle time for the hauler in question (Equation (6)).
where F h = Hourly fuel consumption, and C t = Cycle time.
The energy consumption for each hauler per cycle (E c (MJ/cycle)) can be calculated using the hauler's fuel consumption per cycle, which is obtained as described above (Figure 2 ) and the energy conversion factor (E f (MJ/L)) for the fuel type that the hauler uses, as shown in Equation (7).
where F c = Fuel consumption per cycle, and E f = Energy conversion factor.
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The energy consumption for each hauler per cycle (Ec (MJ/cycle)) can be calculated using the hauler's fuel consumption per cycle, which is obtained as described above (Figure 2 ) and the energy conversion factor (Ef (MJ/L)) for the fuel type that the hauler uses, as shown in Equation (7). *
where Fc = Fuel consumption per cycle, and Ef = Energy conversion factor. Similarly (Figure 2 ), each hauler's CO2 emissions per cycle (CO2E (kg/cycle)) can be calculated from its fuel consumption per cycle and the conversion factors for CO2 emission (Cf (kg/L)) (Equation (8)). *
where Fc = Fuel consumption per cycle, and Cf = CO2 emissions conversion factor. The estimated energy consumption (Ech (MJ/h)) and CO2 emissions per hour (CO2Eh (kg/h)) of hauler work on earthwork activities can be estimated from the number of cycles (Nc (cycle/h)) per hour for each hauler based on the optimum hauling schedule (Equations (9) and (10)). *
where Ec = Energy consumption per cycle, and Nc = Number of cycles per hour. Similarly (Figure 2 ), each hauler's CO 2 emissions per cycle (CO 2E (kg/cycle)) can be calculated from its fuel consumption per cycle and the conversion factors for CO 2 emission (C f (kg/L)) (Equation (8)).
where F c = Fuel consumption per cycle, and C f = CO 2 emissions conversion factor. The estimated energy consumption (E ch (MJ/h)) and CO 2 emissions per hour (CO 2Eh (kg/h)) of hauler work on earthwork activities can be estimated from the number of cycles (N c (cycle/h)) per hour for each hauler based on the optimum hauling schedule (Equations (9) and (10)).
where E c = Energy consumption per cycle, and N c = Number of cycles per hour.
where CO 2E = CO 2 emission per cycle, and N c = Number of cycles per hour.
Having performed all of these calculations, their results can be compared to the regulations and requirements that apply to the project ( Figure 2 ) in order to determine which (if any) of the initially considered haulers should be selected. If none of the haulers satisfy all of the criteria, one can resume the process from the end of the first stage (the creation of the optimum schedule) and examine alternative haulers. Once a hauler that satisfies the project's energy consumption and CO 2 emission requirements has been identified ( Figure 2 ) each of the other haulers called for by the optimum schedule is evaluated similarly until all of the hauling requirements have been met.
Once the energy consumption and CO 2 emissions of each individual hauler have been predicted, they can be combined to obtain total energy consumption (E cht ) and CO 2 emission (CO 2Eht ) values for the full set of haulers that will constitute the hauling fleet for the project. These quantities will depend on the number of each hauler type required under the optimum plan ( Figure 2 ) and are computed using Equations (11) and (12) . These whole-fleet values can once again be compared to the project requirements to determine whether the proposed plan can be accepted ( Figure 2 ).
where n = number of haulers; i = 1, 2, 3, . . . , n.
Application of the Proposed Model in a Case Study
To evaluate its performance, the proposed model was tested in a case study. Figure 3 presents an integrated definition for function modeling (IDEFO) representation of a streamlined process for estimating energy consumption and emissions in earthwork operations. The generic procedure for applying the detailed model will be outlined below, along with a brief discussion of the project that was selected to test and demonstrate the model.
Data were collected from a new road construction project (väg 870) in Kiruna Municipality, northern Sweden. The case study data were obtained from the project documentation and consisted of the project tender, which provides exact bills of quantities for earthwork activities and operations in addition to information on the size and location of borrow pits, disposal areas, and other relevant project-related information. The planned road had two lanes with a maximum design speed of 80 km/h Energies 2016, 9, 802 9 of 18 and a width of 7.5-9 m. It was designed to bear heavy traffic to and from a facility operated by the company LKAB (Kiruna, Sweden) and also to serve tourists and public traffic to and from Nikkaluokta (Gällivare, Sweden).
The bill of quantities for the project's earthwork operations included the sizes and coordinates of the land-cut, land-fill, disposal area, and borrow pits, as well as the total length of the planned road and details of the associated facilities, annexes, and intersections through the project paths (Figure 3) . The hauler database contains information on three Caterpillar truck models (770G, 773E, and 775G) that was obtained from the Caterpillar handbook, including the trucks' model numbers, speeds, loading and dumping times, haul capacity, hourly fuel consumption, and hourly operating costs [50] . All trucks were assigned the same loading time (4 min) and dumping time (2 min) despite their different haul capacities [49] . The heaped capacity is basically the struck capacity plus a heaped load (i.e., the volume of material carrying above the body sides) [51] . Hence, use the heaped capacity as a designed capacity for trucks. Moreover, the trucks were assumed to travel at a constant 50 km/h and brake effects were neglected. It was further assumed that all of the haulers worked with a single server (excavator), whose energy consumption and emissions were not included in those of the fleet. The swell factor of the excavated material was assumed to be 30%, giving a load factor of 0.769. The energy conversion factor and CO 2 emission conversion factor for diesel engines were set to E f = 36.0 MJ/L [52] and C f = 2.614 kg/L, respectively [53] .
Two computer programs were used to create a detailed model in the case study: DynaRoad is 'Project management software for heavy civil engineering projects. It is used for planning and optimizing the mass-haul of an earthworks project based on the location of materials. It helps in creating a construction schedule and monitoring the progress of the project' [54] . It was used to draw up the optimal schedule for earthwork operations [55, 56] , and Matlab was used to solve the necessary equations and determine the relationships between the model's parameters (Figure 3 ) so as to estimate the energy consumption and emissions.
The road construction data were entered into an Excel file, taking care to ensure consistency of units, in order to avoid errors during processing with DynaRoad in the first stage of the model building process [57] . The bill of quantities was then imported into DynaRoad along with the hauler database to enable the generation of a schedule based on the project's activities, including all necessary resource adjustments. Data from the DynaRoad resource report and optimum schedule such as the haul distance, productivity rate, and number of rotations were exported into an Excel file containing data from the hauler database including information on the haulers' actual haul capacity, speed, hourly fuel consumption, and conversion factors for energy and emissions. Matlab is then used to solve Equations (1)- (12) with the data from the Excel file. The resulting output can be tuned by the planner so that only the parameters of interest are displayed. In addition, the planner can go back to earlier stages of the modeling process in order to ensure that the solutions obtained comply with the applicable project regulations. For example, the estimated energy consumption and CO 2 emissions for either individual hauler types or the fleet as a whole can be compared to the relevant environmental regulations and limitations in order to determine whether the evaluated configuration should be accepted or whether it is necessary to go back to the hauler database and evaluate alternative options (Figure 3) .
The planner can also vary the swell factor to determine how modifying the load factor affects the actual haul capacity, production rate, and cycle time, and thus the haulers' queue times, which are computed during the third stage of the modeling process. Because the queue time strongly affects energy consumption and emissions (i.e., long queue times imply significant idle time; see queue time in Figures 1 and 2 ) [37] , the selection of haulers might need to be modified. The final outputs of the modeling process include estimates of the hourly energy consumption and CO 2 emissions for individual haulers and the fleet as a whole, enabling meaningful evaluation of the environmental impact of the planned earthwork operations. modeling process in order to ensure that the solutions obtained comply with the applicable project regulations. For example, the estimated energy consumption and CO2 emissions for either individual hauler types or the fleet as a whole can be compared to the relevant environmental regulations and limitations in order to determine whether the evaluated configuration should be accepted or whether it is necessary to go back to the hauler database and evaluate alternative options (Figure 3) . The planner can also vary the swell factor to determine how modifying the load factor affects the actual haul capacity, production rate, and cycle time, and thus the haulers' queue times, which are computed during the third stage of the modeling process. Because the queue time strongly affects energy consumption and emissions (i.e., long queue times imply significant idle time; see queue time in Figures 1 and 2 ) [37] , the selection of haulers might need to be modified. The final outputs of the modeling process include estimates of the hourly energy consumption and CO2 emissions for individual haulers and the fleet as a whole, enabling meaningful evaluation of the environmental impact of the planned earthwork operations.
The most important model outputs are the optimum haul distance, productivity rate, number of cycles, cycle time, queue time, fuel consumption based on cycle time, energy consumption per cycle The most important model outputs are the optimum haul distance, productivity rate, number of cycles, cycle time, queue time, fuel consumption based on cycle time, energy consumption per cycle and per hour, CO 2 emissions per cycle and per hour, and the total hourly energy consumption and CO 2 emissions for the selected hauler fleet. It should be noted that all of these values are estimated for each hauler and each haul distance. The maneuver time for each hauler is included in their loading times, and the reserve time is included in the queue time (see Table A1 in Appendix A). Table A1 (Appendix A) shows the model's predictions of the productivity, number of cycles, cycle time, queue time, energy consumption, and CO 2 emissions for the three hauler models considered in the case study, over hauling distances ranging from 50 m to 23,000 m. These quantities were computed using Equations (1)-(8) and the case study data. The results of the DynaRoad computations were verified to represent a mass optimized schedule [54, 56, 57] by performing a resource adjustment to achieve a zero surplus and zero deficit for the utilized resources based on the report on the hauling resources. The model's output provided detail on several path-moving scenarios for haulers and included quantities relevant to planners during the preconstruction phase and construction managers during the construction phase. For example, it includes cycle times for each hauler model over a wide range of haulage distances, giving construction managers a clear understanding of the expected timing of earthwork activities that could be used for work monitoring during the execution phase to rapidly identify unexpected deviations from the schedule. The cycle time is also useful to planners because it directly affects the cost of hauling operations [14] . Consequently, it is important to consider when comparing different hauling options.
Results and Discussion
The model's most important outputs are the predicted energy consumption and CO 2 emissions of the haulers, which the planners and estimators need to know during the planning phase in order to devise a work plan that will satisfy the relevant environmental regulations. The model provides detailed information on the energy usage and cycle times of each hauler for a wide range of haulage distances. It therefore gives planners a clear overview of the energy consumption and environmental consequences of earth moving operations, allowing them to readily determine which individual haulers and fleet structures are most efficient or best able to satisfy the relevant environmental criteria. The data presented in Table A1 to show the relationships among energy consumption, CO 2 emissions, and haulage distance. The energy consumption and emissions of each hauler are also influenced by their actual haul capacity and the work plan, which was determined during the planning stage [14] . However, for a given set of work conditions and paths, the main determinant of the energy consumption and CO 2 emissions is the haulers' actual haul capacity (Figure 4a,b) . In this case, the three haulers energy consumption and emissions were very understandable and expected behaviors for hauling distances of less than 1 km based on engine power for each hauler (i.e., energy consumption and emissions for hauler; 775G > 773E > 770G), and this idea for relationship between engine power and consumption/emission was shown by Caterpillar Performance Handbook [50] .
Consequently, it is important to consider when comparing different hauling options.
The model's most important outputs are the predicted energy consumption and CO2 emissions of the haulers, which the planners and estimators need to know during the planning phase in order to devise a work plan that will satisfy the relevant environmental regulations. The model provides detailed information on the energy usage and cycle times of each hauler for a wide range of haulage distances. It therefore gives planners a clear overview of the energy consumption and environmental consequences of earth moving operations, allowing them to readily determine which individual haulers and fleet structures are most efficient or best able to satisfy the relevant environmental criteria.
The data presented in Table A1 to show the relationships among energy consumption, CO2 emissions, and haulage distance. The energy consumption and emissions of each hauler are also influenced by their actual haul capacity and the work plan, which was determined during the planning stage [14] . However, for a given set of work conditions and paths, the main determinant of the energy consumption and CO2 emissions is the haulers' actual haul capacity (Figure 4a,b) . In this case, the three haulers energy consumption and emissions were very understandable and expected behaviors for hauling distances of less than 1 km based on engine power for each hauler (i.e., energy consumption and emissions for hauler; 775G > 773E > 770G), and this idea for relationship between engine power and consumption/emission was shown by Caterpillar Performance Handbook [50] . The actual haul capacity, horsepower and hourly fuel consumption of hauler 773E were lower compared to hauler 775G. However, hauler 773E had higher energy consumed and CO 2 emissions than hauler 775G even though this is not what would be expected given the difference in their haul capacities [48] . As shown in Table A1 , the production rates for hauler 773E were substantially lower (Figure 4a,b) than those for hauler 770G (i.e., it has a lower haul capacity) when the haulage distance exceeded one kilometer. In addition, hauler 773E had a longer cycle time than the other haulers. These contrasting trends in the productivity rate and cycle time for hauler 773E are due to the nature of its optimum work plan for mass haulers, which involves using paths and routes with multiple intersections linking several different construction facilities [45] . This reduced its productivity rates and increased its cycle time, leading to high energy and emissions, as well as higher queue times than were predicted for the other haulers. These outcomes are also reflected in the three haulers' energy and emission curves (Figure 4a,b) , which show that the energy consumption and emissions for hauler 773E increased sharply between haulage distances of 19-21 km but then decreased a little between 21 and 22 km before resuming steady growth.
The relationship between the haulers' productivity rates and haul distances also highlighted the divergence of 773E: its productivity falls below that of hauler 770G at haul distances above 3 km (Figure 5 ), suggesting that obstacles on the route selected for 773E affected its energy consumption and CO 2 emissions.
The hourly energy consumption and CO 2 emissions for each hauler were estimated using Equations (9) and (10) (Table A1 ) and compared to the project's environmental regulations to select a suitable hauler fleet composition. Hourly energy consumption and CO 2 emissions for the fleet (all three haulers) were also computed with Equations (11) and (12), and used in the final assessment to determine whether the plan could be expected to satisfy the environmental regulations and conditions for the project (Table 1) . and emission curves (Figure 4a,b) The hourly energy consumption and CO2 emissions for each hauler were estimated using Equations (9) and (10) (Table A1 ) and compared to the project's environmental regulations to select a suitable hauler fleet composition. Hourly energy consumption and CO2 emissions for the fleet (all three haulers) were also computed with Equations (11) and (12), and used in the final assessment to determine whether the plan could be expected to satisfy the environmental regulations and conditions for the project (Table 1) . The final estimate of the fleet's energy consumption was then used to identify an optimal hauling distance for the fleet's operations ( Figure 6 ) given a targeted productivity rate and level of energy consumption. The final estimate of the fleet's energy consumption was then used to identify an optimal hauling distance for the fleet's operations ( Figure 6 ) given a targeted productivity rate and level of energy consumption. These results allow the planner to estimate the fleet's energy consumption and CO2 emissions due to a given work duty, over a working day (involving multiple duties), over a working week, or over the complete duration of the project (assuming constant conditions and specifications; see example 1 below).
The modeling approach was used to predict the hourly energy consumption and CO2 emissions for three hauler models that were hauling material over a distance of 4 km in the case study discussed in Section 4. There were three particular quantities of interest:
(1) The total energy consumption for each hauler per day if a working shift lasts for 8 h and there are two such shifts per work day. (2) The total CO2 emissions for each hauler per day under the above conditions. (3) The fleet's total daily energy consumption and CO2 emissions under the above conditions. Table 2 lists the energy consumption per cycle for each hauler under these conditions and the number of cycles for a haul distance of 4 km, the values represent the outputs of the proposed model based on a mass-haul optimization [55, 56] . These results allow the planner to estimate the fleet's energy consumption and CO 2 emissions due to a given work duty, over a working day (involving multiple duties), over a working week, or over the complete duration of the project (assuming constant conditions and specifications; see example 1 below).
The modeling approach was used to predict the hourly energy consumption and CO 2 emissions for three hauler models that were hauling material over a distance of 4 km in the case study discussed in Section 4. There were three particular quantities of interest:
The total energy consumption for each hauler per day if a working shift lasts for 8 h and there are two such shifts per work day. (2) The total CO 2 emissions for each hauler per day under the above conditions. (3)
The fleet's total daily energy consumption and CO 2 emissions under the above conditions. Table 2 lists the energy consumption per cycle for each hauler under these conditions and the number of cycles for a haul distance of 4 km, the values represent the outputs of the proposed model based on a mass-haul optimization [55, 56] . Solution:
where N h = Number of work hours per duty, and N d = Number of work duty per day (a) According to the data in Table 2 : Table 3 shows the hourly, duty, and daily energy consumption and CO 2 emissions for each hauler and fleet of haulers were estimated using equations in above.
The main limitation of the model presented is the assumption that all haulers in the fleet serve a single excavator. This could be addressed by extending the model to allow for multiple excavators and loaders. It would also be beneficial to evaluate the model's performance by comparing its predictions to those of non-road and off-road models. In addition, the model could be refined to enable more systematic evaluation of hauling fleet compositions in order to minimize energy consumption and emissions. Finally, it would be useful to incorporate additional predictive factors into the model, such as the age of the hauler's engine, hauler speed, idle time, and loading and dumping times. 
Conclusions
This paper presents a detailed model for estimating the embodied energy and CO 2 emissions due to mass hauling operations in road construction. The model used a mass optimized construction plan in the case study together with a developed algorithm and manufacturers' hauler data to estimate quantities relevant to planners, such as the haul distance, productivity rate, and number of cycles. These data can be combined and sorted into groups for later use when planning similar earth-moving operations.
The literature review revealed several factors that influence energy consumption and emissions due to earthwork operations, including hauler-related variables and site conditions. The model takes these factors into account and can predict the energy consumption and CO 2 emissions for each hauler in a work plan or a whole fleet of haulers during pre-construction planning. This allows planners of hauling operations to comply with environmental legislation and minimize the environmental impact. Because predictions can be obtained for multiple hauler types, the model can be used to optimize the composition of a hauling fleet for a given project schedule in order to minimize energy consumption and CO 2 emissions. Moreover, its output is readily visualized in a way that makes it straightforward to evaluate the predicted energy consumption (MJ/cycle or hour) and CO 2 emissions (kg/cycle or hour). The model was applied in a case study on a real-world construction project, demonstrating its ability to predict haulers' fuel consumption, emissions, and productivity. Overall, the results presented herein demonstrate that the new modeling approach is powerful and flexible, and should be useful to planners needing to predict the emissions and energy consumption of mass haulers in future road construction projects.
The model presented here will be extended to include other pollutant sources, such as carbon monoxide, hydrocarbons and nitrogen oxides. The comparison of the present model with other methods in terms of the degree of improvement will be a key research area in the future investigation.
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